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Letter To The Editor 


Dear Editon: 


Your item on page 7, ON SCENE, issue 3-77 concerning SAR density plots brought back . 
memories of my tour in JUNEAUSARCOORD. Then as now the probkem of how to graphically 
dispkay SAR response was the same. 


One more refinement of this scheme 44 to photograph the display at regular inter- 
vals, either monthly or quarterly. 14 at all possible run a new display for each period 
photographed. 1% you are careful to set up your camera in the same position each time 
you can make a set of overlays that when developed will give you a means of comparing 
periods and the same period in subsequent years. 


Fon your Liferaft Series I'd Like to offer the following: 


Whike assigned to an Eighty-three footer we came upon a rowboat with three persons 
aboard that had been overturned by a passing tanker. When we pulled alongside the two 
younger men ckimbed to the deck. The older, mone mature gentleman unfortunately was 
wearing hip boots. When he reached the Ladder he tried to chimb but could not Lift 
the water filled boots. With more of his body out of the water he chilled rapidly and 
either in panic or shock was not able to help himself. Luckily we were’ able to enter 
the water and remove the boots while he was tethered from a Line to the ship. His Life 
jacket and raincoat did itthe to protect him from the ship's rub racks as they rolled 
back and forth. In the end all available hands were required to Lift him, the Litter 
and the approximate fifty pounds of wet clothing he was wearing. MORAL - 1% you have 
to pick up someone who 44 wearing boots or waders, have them take them off, preferably 
away 420m the ship, before they try to board and exhaust themselves. 


Hope this will be of some value to you. Keep up the good work. 


R. E. PHELPS, Commander 


ON SCENE is a SAR publication published by the Commandant, U. S. COast Guard as a 
source of information concerning current and proposed procedures as well as new develop- 
ments in SAR. Articles contained herein are non-recorded and non-directive. 


SOME SAR CASES 


FROM THE INLAND 


Here are two selected cases from the INLAND 


SAR REGION to demonstrate the use being 
made of the Emergency Locator Transmitters 
(ELTs) being carried by private aircraft 
and the Federal Aviation Administration's 
Track Analysis Program (TAP). All of our 
readers should be familiar with the ELT 
and its purpose. TAP on the other hand 
will be new to most. TAP is a program 
which the FAA uses to recall stored radar 
information on aircraft in flight. With 
this information the track of a missing 
aircraft can often times be reproduced on 
a chart for the use of the Rescue Coordi- 
nation Center, thus giving the RCC con- 
troller a visual display of where the 
missing aircraft disappeared from radar. 
TAP can be used in the maritime areas of 
the lower 48 states. The latest infor- 
mation on this was sent to RCCs by Com- 
mandant Notice 16131, 3 February 1977. 


ELT CASE, 9 May 1977 


While participating in a search for a 
missing Bonanza an Air Force HC-130 picked 
up an ELT signal in his assigned search 
area. The signal was tracked to its 
source which was a crashed Cessna 172 with 
four persons aboard. The Cessna had de- 
parted Jeffrey City, Wyoming on a pleasure 
flight earlier that day. While sight- 
seeing in the mountains 15 miles west of 
Jackson Hole, Wyoming the aircraft had 
been caught in a severe downdraft. The 
pilot realized that he would be unable to 
clear a ridge and elected to make a forced 
landing in a high mountain clearing. 

Soft mud caused the aircraft to nose over. 
The HC-130 established communications with 
the downed aircraft and determined the 
personnel had survival gear, had con- 
structed a snow cave and would wait out 
the night. At first light a helicopter 
from Hill AFB, Utah flew to the mountain 
crash site and recovered the survivors. 


REGION 





TAP CASE, 19 May 1977 


The objective of this mission was a 
Grumman American Yankee with two persons 
aboard that crashed while on a VFR flight 
plan between Westover, California and 
South Lake Tahoe, California. The 60 hour 
pilot departed although bad weather was 
reported over the mountains. SAR forces 
were notified and an active search was 
started by local sheriffs departments, 
California Civil Air Patrol and HC-130s 
and HH-53s from McClellan AFB. While 
visual search activities were in progress, 
Oakland ARTCC analyzed their radar data 
and was able to provide the search forces 
with two probable last known positions. 

A California CAP aircraft spotted the 
pilot in a remote area a short distance 
from the crash site. An HH-53 was vectored 
to the position and recovered the pilot. 
Despite a broken ankle and multiple bruises 
and lacerations, he had been trying to 
walk out to obtain help for his passenger 
who was suffering from a broken back. 

Both survivors were recovered by helicopter 
and delivered to nearby medical facilities. 





There's No Trick to Pulling 
An idea From YOUR Hat 


Submit a Suggestion Today 
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SMOKESTACK RESCUE 


Hats Off To 
AIR STATION CHICAGO 





A stunning night and day rescue from 
the bowels of a 650 foot smokestack was 
accomplished by a crew from Air Station 
Chicago with their HH-52 helicopter in 
September 1977. The nervy flight crew 
that executed this unusual mission were: 


Pilot LT Richard W. HAUSCHILDT 
Co-pilot LTJG Jeffrey A. KAYLOR 
Flt. Mech. AT2 David A. LARSON 


Here is the inside story. 
BACKGROUND 


At 1900 local on 1 September 1977 two con- 
struction workers lining the inside of a 650 
foot smokestack at a Wisconsin Power and 
Electric Co. power plant in Portage, 
Wisconsin, became trapped 250 feet from 

the top when the scaffolding they were 
using collapsed. The scaffolding had been 
supported by lines to the four corners and 
when one line parted, the scaffold collided 
with the side of the stack and was broken. 
The two men clung to the broken scaffold 
and were also supported by lines attached 
to chest harnesses. Complete failure of 
the scaffold and shredding of the harness 
lines where they rubbed against the lip 

of the smokestack were greatly feared. 
Initial thoughts of the on-scene super- 
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visors were to winch the men up over the 
top of the stack by the lines to their 
harnesses. This plan was discarded due 
to lack of a suitable winch and the fear 
that the lines would part as they chafed 
on the upper edge of the stack. This 
method would have had to be accomplished 
from a catwalk approximately 10-15 feet 
below the lip of the stack. Consideration 
was given to lowering the men 400 feet to 
the bottom of the stack but this was dis- 
carded for the above reasons plus the 
added hazard of the scaffolding failing 
completely and falling on the men. 


r 
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Stack in which men were trapped is on the 
Left 





The initial call for helicopter assistance 
went to the Wisconsin Air National Guard 
who provided a UH-1l helicopter. A civil- 
ian Hughes 500 helicopter was also called 
in. Neither helo was able to rescue the 
men due to lack of suitable hoist equip- 
ment and crew capabilities. 


RESPONSE PHASE 


Air Station Chicago was notified of the 
incident at 2255 by the Wisconsin Air 
National Guard. They.advised that the 
other helos had not been able to extract 
the men, and that concern was felt for 
their safety due to possible total failure 
of the scaffold or life lines. The ready 
HH52A was stripped of SAR gear except for 
the rescue basket and sling. Route of 
flight and enroute weather were checked 
and appeared satisfactory. The worst 
weather was at Chicago with a 700 foot 
overcast condition improving to 1500 foot 
overcast enroute with best weather on 
scene. Visibility was forecast to be 5 
miles. The HH52A launched at 2319 but 
encountered lower than forecast ceilings 
and the crew was forced to file an IFR 
flight plan to Madison, Wisconsin. A VOR 


approach was flown to Truax Field, Madison, 


and after breaking out at 700 feet above 
ground level (AGL) the helo was vectored 
via radar to Portage, approximately 21 
miles north. The ceiling was 1000-1200 
feet at Portage, and the helo landed in 
a parking lot at the power plant at 011 





CG HH52 from Coast Guard Air Station 
Chicago 


The HH52A crew met with the on-scene 
supervisors and the pilots of the other 
helicopters and received a thorough 
briefing as to the exact location and 
predicament of the trapped workers, what 
methods of rescue had been discussed or 
tried, what problems the other two heli- 
copters had encountered, the equipment 
available and the capabilities of on-scene 
workers. The workers had suggested that 
the HH52A hoist cable be attached to the 
lines on the chest harnesses and the men 
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be pulled out vertically. The pilot re- 
fused this method due to the possibility 


a 


Aincragt Commander, LT Richard W. HAUSCHILDT, 
USCG, and Co-pilot LTIG Jeksney A. KAYLOR, 
USNR, briefs Press. 


of severe injury if they were bumped or 
scraped along the inside of the 21 foot 
wide chimney. A steel cage was located 
at the scene that resembled a bird cage. 
It was five feet tall, had a three foot 
square steel floor and roof, sides made 
of metal bars and an eye welded to the 
top. 


RESCUE PHASE 


A plan was devised whereby a 250 foot 
length of cable was to be attached to the 
eye of the cage which would then be hand- 
lowered to the trapped men by workers 
positioned on the catwalk. The HH52A 
delivered the cable, cage and two workers 
to the catwalk utilizing the rescue winch. 
The workers connected the cable to the 
cage and the HH52A moved into position 
and picked up the cage with the hoist by 
means of a line looped through the eye of 
the cage and the hoist hook. The cage was 
lifted vertically from the catwalk and 
lowered into the stack and a strain on 
the cable was taken by the men on the 
catwalk. At this point the helo crewman 
cut the line and the helo moved clear and 
landed to await word that the cage had 
been lowered to the trapped men. In 
about 30 minutes all was ready and the 
helo flew back to the top of the smoke- 
stack. The ceiling was noted to be down 
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to 1000 feet AGL. At about 0400 the HH52A 
moved into position over the catwalk and 
the workers attached the end of their 
cable to the hoist hook. After the slack 
was taken up, the helo was hovering over 
the top of the stack with the 250 foot 
cable and cage threaded down into the 
stack. When word was passed via portable 
radio from the trapped workers that one 
was inside the cage, the pilot began a 
slow vertical ascent to raise the cage out 
of the stack. After moving only about 30 
feet upward, the pilot lost sight of the 
top of the stack and encountered a great 
deal of difficulty in maintaining a stable 
hover due to lack of reference point. 





Helo in process of raising cage with man 
inside from stack 


Through calm voice command and encourage- 
ment from the crewman, the pilot soon 
smoothed out and continued his vertical 
ascent. At approximately 900 feet AGL 
(250 feet above the stack) the HH52A 

began entering the clouds. At almost the 
same time, the crewman reported the cage 
clear of the stack. Through voice reports 
from his crewman and from portable radios 
on the ground, the helo eased over a clear 
spot and began a slow vertical descent. 
The pilot was soon low enough to regain 
visual contact with the stack and utilized 
it to control his rate of descent until 
the cage was lowered to the ground. After 
refueling, the cage and cable were again 
delivered to the catwalk. The ceiling 

was checked and noted to be several hundred 
feet lower than it was during the first 
rescue. The pilot advised the on-scene 
supervisors the second rescue would have 
to wait until weather conditions improved 
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to at least an 1100 foot ceiling. During 
the next six hours the HH52A crew rested 
and awaited improved weather. Finally, 





# 


é 


Cage successfully extracted from stack, 
man 4nside sage and uninjured 


at 1100 on 2 September, the ceiling im- 
proved to better than 1000 feet AGL and 
the second man was extracted in the same 
manner as the first. In daylight con- 
ditions, the pilot had more and better 
reference points and the entire operation 
went smoother than the initial rescue. 


Editor's Postscript: 


Commander 9th Coast Guard District 
nequested the Commanding Officer, Ait 
Station Chicago to submit recommendations 
for personal awards. 


6-77 
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“NO REST FOR THE WEARY 
... UNTIL NOW!” 


Editor's Note: 
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The following articke is reprinted from the Coast Guard Miami Operations Center 


Newsletter of Juky 29, 1977: 


"How do you maintain reasonably rested boat crews on those occasional duty days 
which sometimes require coxswains to spend excessive time underway? This question 
was recently tackled by Station Fort Lauderdale. LT CASHDOLLAR, Station Fort 
Lauderdale's Commanding Officer, reports that a solution was devised so we thought 
we'd pass it for all commands to review and implement as desired. 


Station Fort Lauderdale's Instruction 5330.2 dated 6 APR 1977 is attached to this 
Newsletter to show how they licked the problem. Basically they borrowed the "bag 
time" system employed by aviation in the Air Operation Manual (CG-333). Some modi- 
fications here and there and presto - a nice system of ensuring fresh boat crews 
when the need rises. Kudos to LT CASHDOLLAR and Station Fort Lauderdale." 


Here 44 Station Fort Lauderdake's Instruction implementing the policy: 
"Coast Guard Station Ft. Lauderdale Instruction 5330.2 
Subj: Standby Boat Crew System; establishment of 


1. Purpose: To establish a system which will insure rested and alert boat crews 
are available to respond to SAR. 


2. Discussion: Past weekend duty has shown that in many instances boat crews are 
required to work periods of 18 hours or more underway due to heavy SAR case loads. 
This leads to extreme fatigue which blunts the crews ability to function safely 
and think clearly. 


3. Action: 


a. Effective this date a standby boat crew system will be established which 
directs that a boat crew will be relieved of duty if they accumulate 12 hours or 
more of underway time on any given duty day. 


b. In order to properly implement this program, the duty OOD will be required 
to keep an accurate account of the actual underway time accumulated by each of his 
boat crews. Times extracted from the unit log will be used for this purpose. 


c. At all times, the duty OOD will consult with the CO, or the XPO in the 
CO's absence, prior to recalling a standby boat crew. 


d. The duty OOD shall utilize the two boat crews in the duty section to the 
utmost before recalling relief personnel. If the first crew accumulates 10 hours 
of U/W time, the OOD shall shift them to second crew, and upgrade the second crew 
to first duty boat crew. Recall for relief personnel will not be considered until 
both crews have in excess of 10 hours U/W time, unless both crews are being used 
simultaneously. 


e. Method of designating standby boat crews: 





(1) Three-section duty: The next section after the duty section has 
standby. For example: section 1 has duty, section 2 has standby 
section 2 has duty, section 3 has standby 
section 3 has duty, section 1 has standby 
(2) Four-section duty: Duty and standby will be an even/odd basis. For 
example: section 1 has duty, section 3 has standby 
section 2 has duty, section 4 has standby 
section 3 has duty, section 1 has standby 
section 4 has duty, section 2 has standby 


(3) In 3-section liberty, if a boat crew is recalled, and does not 
accumulate 12 hours of U/W time, they will also stand their regular duty day. 


(4) In all cases, when a crew is recalled, they will receive the next 
available working day off as compensation. 


f. Requirements of the standby boat crew section: 


(1) The first standby boat crew in the section (first crew eligible for 
recall) will be on B-2 recall. 


(2) The second standby boat crew in the section (second crew eligible 
for recall) will be in B-4 recall. 


(3) It will be the responsibility of the two crews in the standby 
section to keep the duty OOD advised of their location and phone numbers so that 
they can be called in a timely manner. 


g- Standby during the working day: 


(1) The designated standby boat crews will run SAR during the working 
day, in order to keep the duty boat crews as fresh as possible up to the time 
liberty is granted. However, if the OOD feels that a particular case will stretch 
into liberty time, he may use the duty section to respond instead. 


R. L. CASHDOLLAR" 


Editor's Postscript: 


The Search and Rescue Division at Headquarters wholeheartedly supports this 
Sokution for a Long-standing Coast Guard SAR probkem. In fact where heavy weather 
4s Anvokved, we suggest reducing the undeway time to eight hours or Less commensurate 
with the physical condition of the crew. 








DON’T SLEEP ON 


YOUR IDEAC 


Mi 
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SUGGEST SOMETHING USEFUL TODAY! 
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To: 


Commander 7th Coast Guard District 


-....The "MISS H" began sinking in 
stormy and high seas 12 miles east of Fort 
Lauderdale. Our radio distress signal was 
immediately acknowledged. The speed of 
arrival of your helicopter and 2 cutters... 
was incredible...After rescuing all of the 
survivors without injury...the "MISS H"... 
sank in 120 fathoms. 


Vnces the performance and training of 
your personnel was superb..... 


Again, please accept our gratitude 
and as a token of our further appreciation, 
a donation to the Coast Guard Gift Fund... 
/s/ William Albon Davis and Jack W. Ottinger, 
Co-owners. 


FM: American Embassy, Wellington, New 
Zealand 
To: Commandant, U. S. Coast Guard 


cocee THE ACTIONS OF THE USCGC BURTON 
ISLAND DURING HER VISIT TO WELLINGTON IN 
DEC 76 CONTINUE TO DRAW PRAISE AND APPRE- 
CIATION FROM THE GOVERNMENT OF NEW ZEALAND 
AND THE CITIZENS OF WELLINGTON. EMBASSY 
HAS NOW RECEIVED A DIPLOMATIC NOTE FROM 
THE MINISTRY OF FOREIGN AFFAIRS...AN 
EXTRACT...FOLLOWS: QUOTE THE MINISTRY 
WISHES TO CONVEY TO THE EMBASSY AND TO 
THE USCG SINCEREST APPRECIATION FOR THE 
GENEROUS ASSISTANCE GIVEN TO THE NEW 
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ZEALAND SAR ORGANIZATION. ..ON MONDAY...A 
CLASS “HREE SEARCH WAS MOUNTED...FOR A 
MAN. ..OVERBOARD...WEATHER...WAS BAD...AND 
THE RESPONSE...FROM THE BURTON ISLAND 
HELICOPTER WAS IMMEDIATE AND WITHOUT 
QUESTION...THERE IS NO DOUBT THAT WITHOUT 
THE USE OF THE HELICOPTER...COVERAGE OF 
THE SEARCH AREA WOULD HAVE BEEN CONSIDER- 
ABLY IMPAIRED...UNQUOTE.../s/ Ambassador 
Selden 


FM: 
To: 


The Secretary 
Commandant, U. S. Coast Guard 


Secretary of the Navy Claytor called me 
on Monday to express his personal thanks 
for the fine job the Coast Guard had done 
in finding and rescuing the helicopter 
pilot and passenger who had gone into the 
water on a flight from Miami to Bimini. 
It seems almost miraculous that they were 
found nearly 200 miles north of where they 
went down after 4 days in the water, but 
this is another example of the good sea- 
manship and skill of the Coast Guard. 


Please send my own "well done" to those 
responsible for the rescue. 

/s/ Brock Adams, Secretary of Transportation 
To: Commandant 

occa My fourteen-year old son, Robert, and 
two other young boys were in my son's small 
boat...when they were struck broadside by 
another, larger, craft. The impact carried 
this other craft over, and onto my son's 
boat, causing my son to be bodily pinned 

in the bottom of his boat by the weight of 
the other craft..... 


Coast Guardsman (Dean) Sandyland, witness- 
ing the collision...dove into the water, 
swam to the site...and manually pushed 

the bow of the other craft off of my son 
and his boat...After thus freeing my son 
and getting him safely to shore, he then 
swam back to the accident site, made 
certain of the safety of the other persons 
involved, finished separating the boats, 
and even baled enough water from my 
son's...boat so that he was able to get 

it also back to shore. 


My son would have drowned as a result of 
this accident had it not been for Dean 
Sandyland's...action...He is an asset to 
the U. S. Coast Guard. /s/ Mrs. Patricia 
Kennedy Sanders 
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A SUCCESSFUL NIGHT DITCH AND 
RESCUE By LT. J. K.WALDRON, USCC 


In the prosecution of a SAR case the 
most important consideration is usually 
having the proper resource respond in a 
timely manner. Sometimes no matter what 
planning and action is taken nothing turns 
out right. But there are other times when 
through careful planning and professional 
execution we are rewarded with the com- 
pletion of a successful SAR mission. The 
following is an example of such a case. 


Any case which requires an aircraft 
intercept requries prompt, positive re- 
sponse due to the fact that there is such 
complete uncertainty as to how long an air- 
craft will remain airborne. This is 
especially true when the aircraft reports 
"I see fuel leaking out of my tanks." Not 
knowing for sure how much fuel is leaking 
or how much the aircraft has left makes it 
very hard to estimate how long the air- 
craft will remain airborne. All planning 
and response must be based on this premise. 


At 1950 local on 25 April 1977, a 
Coast Guard C-130 was en route Barbers 
Point Air Station on a logistics flight 
from Pago Pago, American Samoa when she 
picked up a distress call from a twin 
engined Cessna 340 (N78390) which was also 
en route from Pago Pago to Honolulu with 
one man on board. The pilot reported he 
was losing fuel rapidly and in immediate 
danger of ditching 650 miles south of 
Honolulu flying at 120 KTS TAS at 11300 FT. 


Immediately Coast Guard Air Station 
Barbers Point was directed to launch 
another C-130 as the one coming from Pago 
Pago would have limited on scene time. 


The Coast Guard C-130 on scene made 
visual intercept of the Cessna at 2021 
local and shut down two engines to con- 
serve fuel. The pilot of the Cessna was 
given optimum altitude to fly. The pilots 
of both aircraft discussed the possible 
merits of securing one engine to extend 
the endurance of the distressed Cessna, 
thereby allowing sufficient time for the 
Coast Guard H-52 helicopter to arrive on 
scene to effect a timely rescue. Both 
ground speed and fuel flow rates were 
considered by them before they agreed that 
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securing one engine would enhance the dis- 
tressed pilot's chances of survival. The 
original fuel endurance estimated by the 
Cessna pilot would not have allowed him to 
reach a suitable landing area. Since the 
probability of a successful landing was 
poor, the escort aircraft pilot concen- 
trated his effort on completing a ditching 
of the Cessna along with a rapid recovery 
of the downed pilot. The Cessna was also 
diverted to head for the island of Hawaii 
since it was the closest point of land. 
Meanwhile, the Honolulu RCC after deter- 
mining en route, weather passed a suggested 
ditch heading to the OSC and initiated 
plans to arrange for a helicopter pickup. 


Since the maximum radius of action for 
an HH-52 is between 125-150 miles and it 
didn't look as if the Cessna would get that 
far, the Air Force was requested to pro- 
vide an HH-53 with escort to provide for 
helo pickup if the Cessna could not get 
within 150 miles of Hawaii. At 2105 the 
pilot of the Cessna advised he had 50 
gallons of fuel left and that he was losing 
25 gallons an hour. At this point it 
obviously didn't look very promising as 
he was still about 450 miles from the 
nearest point of land. Even so, Honolulu 
RCC directed an HH-52 to proceed to Hawaii 
just in case the Cessna made it within 150 
miles from Hawaii. In addition, Honolulu 
RCC had issued a distress broadcast with 
auto alarm and obtained a trackline SURPIC 
to try and contact any vessels in the 
vicinity of the Cessna's trackline that 
could possibly proceed and assist in case 
of ditching. Unfortunately these efforts 
turned out negative as there were no 
vessels in the vicinity of the subect's 
trackline. 


At 2145, the other C-130*relieved 
the escort in a position 250 miles south 
of Hawaii. Since it now appeared that 
there was a possibility the Cessna might 
make it to Hawaii, arrangements were being 
considered for a landing field. Since the 
two major airfields on Hawaii are located 
quite a distance from the southern tip of 
Hawaii it was decided to attempt a landing 
on a small crop duster airfield on the 
southern shore. The local police were 


contacted and they proceeded to the un- 
lighted airfield and set up flares around 
the perimeter as well as arranging for 
ambulance and fire fighting equipment. 
Now it was a matter of waiting and hoping. 


At 2350, the Cessna pilot elected to 
ditch, rather than cross the hazardous 
rocky shoreline, and exhaust his remaining 
fuel in attempting a crash landing at night 
on an unfamiliar island. Quickly and 
efficiently the C-130 set up a sea lane 
for the Cessna with smoke floats. At 2357 
local the Cessna ditched 15 miles south of 
Hawaii. A few minutes later the HH-52 
arrived on scene and by 0010 local a wet 
but otherwise happy and uninjured pilot 


Distribution (SDL No. 106) 


A: v(6) ;u(5) ;abcdefghmn (3) ;ijkly (2) ;prs (1) 


was rescued from the waters of the Pacific 
and taken to a major airfield at Kona, 
Hawaii. 


The case explicitly demonstrates the 
importance of rescue personnel to examine 
and plan for every possible option and 
possibility. SAR is a game of guessing 
and covering the unpredictable. 


Though the success of every rescue 
mission can never be guaranteed, every 
probability of a SAR case must be assessed 
and evaluated. For without positive, 
coordinated prosecution the odds of a 
successful rescue are reduced appreciably. 


: g(40) ;ce(25) ;£hn(10) ;b(5) 73 (3) ;akm(2) ;lopqst (1) 


C: a(5);bd(3) ;ot(2) ;efghijmnprsuw(1) 
D: ltuvx(2) ;adgijknoqyz(1) 

E: kln(1l) 

F: bejkmp(1) 

H: abceg(l1l) 

List CG-39 
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